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1. HJRFOSE. This advisory circular presents informtion on cammn problems 
assmiated with crav coordination between flight cremmbers and flight 
atterdants and h w  these prablms can be avoided. 

2. RELATED FEDERAL AVIATION FZEULATIONS (FAR) SECTIONS. 1.1, 91.3, 
121.131, 121.133, 121.135, 121.397, 121.417, 121.421, 121.533, 121.542, 
125.269, 125.289, 135.1001 135.123. 

3. BACKGRCIJPD. Research on cockpit and cabin crew ooordim tion was 
conductd in respnse to  the r q u i r m t s  set  forth by the Federal Aviation 
Edninistration (FAA) . The p-se of this research was to review prcblans 
that have arisen with crew canrnmication and coordination, to  determine the 
extent to  which the current stabs of crew coordination could be imprcnred, 
ard to  generate s p c i f  ic  recamredations for training and standard operating 
procedures to  help ensure that f l ight crmt-mbrs ard fl ight attendants work 
tcgether effectively.- % repxt on which this advisoly circular is based, 
"Ccckpit ard Cabin Crew  tion on, is available through the Iktional 
Technical Lnfomtion Service, Springfield, Virginia 22161. 

4. DISCUSSION. In certain circmtances it is inportant for f l ight 
crammbers and flight atterdants to act as one cohesive crex, wen though 
thq. are trained, sch&uled, and gaeral ly  regarded as two, indeperdent 
crews. When it is necessary to  act as one crao, the activities of the 
ccckpit ard cabin sbu ld  be mrdimted .  Qle of the prerequisites for crew 
c o o n l i ~ t i o n  is effective curutunication between all crmtmbers. In a 19 86 
s w e y  of pilot safety representatives and fl ight atterdants, only 37% of 
the flight atterdants ard 60% of the pilots said that thqr thought tha t  
cQtUmmication between the cmkpit and cabin is a d w t e .  me  key to 
inproving coordination between flight crewnmbers ard flight atterdants 
l ies  not only in impming c m n i c a t i m s  between c r ~ r s ,  but also in 
increasing flight cremmber awareness of f l ight atterdant duties and 
mncems, and in increasing fl ight atterdmt ~o.la+eness of f l ight  crammkr 
duties and correrns. Swenteen prcent  of the flight atterdants ard 12% of 
the pilots surveyed said that their txaining did not cover each other's 
duties during mrgercies;  51% of the flight atterdants ard 24% of the 
pilots said they did mt  cover each ot.krls duties before takeoff ard 
landing. W i n g  norrral operations, it is inportant that each crewmaher be 
familiar with the duties of the other crewmgnbers a t  wery stage of the 
fl ight so that Uley can be sensitive to  the other's l w e l  of mrkload. Such 



lamledge helps to  avoid misccmmunication, unrealistic expectations, and 
inappropriate requests of other cramerrken. During anergemies, each 
crammiber should knm exactly what to  acpect f m  the other crwmerkrs so 
they can work tcgether effectively. 

a. Takeoff and Landing. It i s  vitally inportant that flight attendants 
are given adequate tim to prepare the cabin and thmelves for takeoff and 
landing, especially since mst accidents occur during these cri t ical  phases 
of flight. Even when flight attendants are inforrred that takeoff i s  
irminent, problems can arise that result in flight atteru3ants not being 
properly seated for takeoff, particularly with unusually short taxi tirres. 
Similar prablems arise when fl ight attendants do not have adequate t i m e  to 
prepare the cabin for landing and take their jmpseats. The potential for 
prcblems i s  heightened when mal  or beverage service is offered on very 
short flights (3 0 minutes or less) . The mst effective randy for these 
prablems is to  have a flight attendant inform the captain, either by 
interphone or signal, that the cabin is secured for takeoff or landing. 
This procedure was regarded as inportant by 96% of the pilots and 91% of the 
flight attendants surveyed. 

b. Tubuleme. It is important that flight a t tenhnts  receive tirrely 
notification of tubuleme frcm the f lightcrw. Flight cremmbers 
generally warn flight attendants of anticipated tubulence so that lack of 
such notice is not a c m n  problem. Hmwer, it i s  one that can result in 
severe injury, particularly to flight attendants, since the rrajority of the 
serious injuries that occur as a result of turbulexe are incurred by flight 
attendants. A mgnber of the flightcrw should inform the fl ight attendants 
of anticipated turbulerce prior to  the flight, since notification en mute 
my c m  too la te  to  prevent injury. This is best accanplished by 
discussing en route weather in a flight craumember/flight a t tedant  
preflight briefing. While airlines consi?er this practice to  be standard 
operating procedure, it is not always done. Only 56% of the flight 
attendants surveyed said that en route weatkr i s  typically covered in a 
a p t a i d f l i g h t  attendant briefing. (Hmwer, 84% of the pilots surveyed 
reported covering it.) During the flight, flight attendants need to  be 
informed of the imtediacy and severity of unexpected tuhulerce so that they 
my deternine whether to  secure the cabin or to  be seated hawdiately. On 
large turbojet airplanes, tuzbuleme experierced in the flight deck my be 
rmch less than that eqerienced in the cabin. So, in scme cases, f l ight 
attenJants should advise the flightcrw about the swerity of tur33ulerce so 
that the seatbelt sign can be illuminated. 

c. Eh-ergencies. The m s t  cmumn exarrp?les of prablems in canmunication 
during mrg-ercies involve the flight cramerkrs not informing the flight 
attendants of the nature of the &rgewy, the tire available t o  prepare the 
cabin, and the necessary special instructions (e. g. , t o  use only one side of 
the aircraft in the evacuation) . This pr&lan has arisen several times, 
despite instructions in flight muals to relay such informtion to  the 
flight attendants. The quality and timing of the informtion given t o  the 
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flight attendants is e x t r m l y  inportant in an mergemy. Cammications 
frcm the flightcrw should be clear, precise, ard instructioral. A vague 
description of the situation without specific instructions may be 
misinterpreted and result in valuable tine being misspnt. The timing of 
the infomtion transf e r  is as inportant as the quality of the information. 
For arample, when an aircraft w i l l  be larding without a furrtional nose gear 
and the captain decides to  prqare for an anergemy evacuation and to m e  
passengers to the rear of the airplane, the flight attendants should be 
info& of the decision to m e  passengers a t  the sarre tine that they are 
info& of the mergemy so that they are aware of a l l  the corditions 
before they select and instruct passengers to assist  than in the evacuation. 
Also, in any mergemy or unusual situation, it i s  inportant that the flight 
att-ts be info& before the passengers, so that they have t i m  to  
prepare. 

6. CABIN-TUOXKPIT ~MCATIONS. Just as with cockpi t-to-cabin 
c m c a t i o n s ,  the th ing  quality of the c&in-t-cocbit 
canmunications are critical. When flight attendants convey infomtion to 
the f lightcrw, the informtion should be t irely and specific. The mst 
ca-ruron prablms with cabin-to-cockpit ccmmunications can be divided into two 
categories: the failure of the flight attendants to convey important safety- 
related infonration to  the fl ight crmrmhrs and inappropriate requests for 
infomtion by flight atterdants (i.e., breaking the "sterile cockpit" rule 
for reasons unrelated to  safety). Both of these types of c ~ c a t i o n  
problew are related to the "sterile cockpi tit" issue. There are two mjor  
prablens associated with flight attendant a b s e l ~ n c e  of s te r i le  cmkpit 
procedures; s ter i le  cockpit t i re  and steri le cockpit rreaning. 

a. Sterile Cozkpit T i m .  It i s  difficult for the fl ight attendants to 
judge when s ter i le  ccckpit pmedures are in effect. Flight attendants - 
have no way of h m i n g  when the aircraft i s  a t  10 ,000  feet, unless they are 
told or signaled in saw way. Sare airlines have advocated the lO-minute 
rule, i.e., s ter i le  cockpit procedures should be in effect for 1 0  minutes 
after takwff ard 1 0  minutes before landing. Hauever, it is very difficult 
to  estirrate a t i re  interval be£ ore an went. 

b. Sterile Ccckpit Meaning. Many flight attendants do not have a clear 
urderstanding of what "sterile a r k p i t "  mans. Eighty percent of the pilots 
and 86% of the fl ight attendants surveyed said this concept needs t o  be 
clarified. for flight atterdants. That i s ,  flight atterdants need to be 
given specific infomtion a b u t  the purpse ard maning of the regulation 
a r d  what type of inf o m t i o n  rrerits contacting flight cremmbers 
during the s ter i le  pericd. There have been m n y  instances of flight 
att-ts going into the cakp i t  to request passenger infomt ion  (e.g., on 
connectims) or for other reasons rot related to  safety when s te r i le  cockpit 
procedures were in effect. Such interruptions can distract flight 
crmmmkrs and have a d e t r i m t a l  effect on their p x f o m c e .  Hauever, 
hesitancy or reluctance on the part of a flight atterdant to  contact the 
fl ight c rmmkers  with inportant safety infomation because of a 
mismrception of the s ter i le  cockpit rule i s  potentially wen m r e  serious 
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than the unnecessary distraction caused by needless violations of the 
s ter i le  cockpit. Flight attendants have failed to  camrrernicate to flight 
cramnbers important infomation comerning, e.g., f i r e  in a galley trash 
container, a loud noise with vibration, a&. changes in cabin pressure for 
fear of violating steri le cockpit procedures. Flight atterdants should be 
aware that it i s  always important they r-rt unusual noises and abnorrral 
situations to flight cremm-hrs as soon as possible and be s p c i f i c  in 
their report. 

7 .  m E N C i  PROCEDURES. Training i s  widely regarded as the mst effective 
means of inproving c rw coordination. S t a t a n t s  in muals, without the 
appropriate training, my not lead to the proper respnse in an emergemy. 
Training for @ crew coordination should include instructing flight 
crewmembers and flight attendants on each other's etrergency procedures, 
ccdes, signals, and safety-related duties. In an mrgemy, it is 
imperative that each crmmmker interpret en-ergency signals and ccdes in the 
same way. For arample, code words or signals for hijacking or evacuation 
are useless unless each creiwmePnber is =re of their maning. Furthemre, 
mergemy procedures for flight crmrmbers and flight attendants should be 
ccsnpatible. For exanple, if  f l ight attendants are taught that the second 
officer w i l l  o c q  a cabin seat in preparation for a ditching in a certain 
aircraft,  then fl ight cremdcers should be info- of this in their 
training. When muals for flight creamribem and flight atterdants are 
written and revised independently, they sbuld  be cross-checked for 
consistency. Training administrators should ensure that the €mergen=y 
procdures and other safety-related informtion presented to  fl ight 
crmrmbers is carrpatible w i t h  the information presented to  the flight 
attendants. In any errergency, the flight attendants should knw the nature 
of the emergemy, the t h  available to  prepare the cabin, what the bracing 
signal w i l l  be, and i f  there are a q  special instructions. When possible, 
the flightcracr should be ready to  give the flight atterdants this 
informtion in a t M y  manner. A well-orchestrated preparation for an 
emergemy evacuation, or the handling of any other anergeq,  rqui res  
stressing the appropriate procedures in training for ax crewmgnbers so tha t  
they act as a well-coordinated crew. 

NOIiMAL OPERATIONS. 

a. Coordination bemeen fl ight crammbers and flight a t tedants  during 
normal operations also requires appropriate training. Crmmenkrs should be 
instructed on each other's safety-related duties and workload during 
preflight, takeoff, cruise, and landing. Such training helps to  avoid 
misccmrrpmication, unrealistic srpectations an3 inappropriate requests of 
other crammkers. Mditionally, training shauld stress the types ard 
quality of information t h a t  one crewmember expcts £run another. This i s  
best accanplished by either having fl ight crmrenkrs and fl ight attendants 
in classes together or by having the same instructors teach flight 
crewmanbers and fl ight attendants. The training rraterial may also be 
covered by a flight attendant instructor participating in flight cramenher 
training a d  a representative of the flightcrew (e.g., instructor or chek 
airman) participating in flight attendant training. A videotaped or slide 
presentation on each c r e a n d x r ' s  duties can also be extremely e£f ective, as 
well as cost effective, when presented by an instructor and discussed. 
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b. Cockpit rescurce m g m n t  programs present an ideal opportunity 
cover ~Qnrrernication and crehi coordination between flight c r m r m k r s  and 
flight attendants during flight training. Wever, training for flight 
deck/cabin c d c a t i o n  should not be limited to  captains, as cockpit 
rescurce rclanagmnt programs often are. F i r s t  and second officers often 
handle all of the cannumications with the flight a t t h t s .  In fact, 
secord officers usually act as the cammication link between the flight 
deck and the cabin. 

c. Flight attendants sbuld  receive special instruction regarding 
"sterile cockpit" procedures so that they neither naively violate than nor 
hesitate to ccmmunicate relwant information to the f liqhtcrw. They 
should be given a clear, operational definition of the regulation & 
instructed as to  when, and with what infomation, t o  contact the f lightcrew. 
Flight attendants are typically instruct& that they should not contact the 
flightcrew with informtion unless it is "safety-related." This directive 
alone leaves much roan for interpretation. While it would be impossible to  
describe the kinds of informtion that shuld  be relayed t o  the flightcrew, 
perhaps it would be helpful to  give a few scamples in training. ??le quality 
of the decisims (as to  whether or not t o  m t a c t  the flightcrew) mde by 
the flight attendants w i l l  be directly related to  the information they 
received in training. The clearer the flight atterdant's understading of 
s ter i le  cockpit procedures and flight operations, the better these decisions 
w i l l  be. 

9. PRACTICES AM) PR-. There are marry sirrple practices that can help 
to  enhance the working relationship between flight a t tedants  and fliqht 
crewmakers and which~may be used t o  foster an &msphere that is co&cive 
to good mmmication. These practices include : respect£ ul introductions, 
displays of canrron courtesy, announcerrwts f ran the fl ight dezk during 
delays to keep flight attendants and passengers informed, and the captain 
being supportive of flight attendants when problans arise in the cabin 
(e.g., a disorderly passenger). Perhaps the single m s t  irrportant procedure 
for setting the stage for good coordination between f l ight  crewmakers and 
flight attendants on any flight i s  the flight deck/cabin (or captain/flight 
attendant) preflight briefing. 

a. Cockpit/Cabin Preflight Briefing. A good flight &&/cabin 
preflight briefing gives the flight attendants the names of the flight 
cremmbers, the in-flight weather, the estimted f l ight  t i m ,  and any 
unusual circumstances expected during the flight. Other topics can also be 
covered such as fl ight deck entry procedures, a review of errergency 
cammunication procedures, details of the real service, or any topic t h a t  any 
crwmmber considers to  be inportant. The briefing sbuld  a l l m  crwmmbrs 
to  sol ic i t  inforrration frcm each other and to bring to  the attention of the 
other crammbers any infomation that they believe to  be relwant. 

b. Other Rec-nded Practices. MDst of the r e c m r d e d  procedures are 
stated as ccmparry policy for ~ ~ n y  airlines. This indicates a need for these 
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~ r a c t i c e s  to be stressed during cramenher training as procedures to  be 
& 

followed on every flight. In addition to a flight deck/cabin preflight 
briefing, the follwing practices are highly r e c m r d e d  for optimizing c rw 
coordination: 

(1) Warnings £ran the fl ight cramm-bers to the flight atterdants 
when the tim between taxi and takeoff w i l l  be shorter than expected and 
when arrival tim w i l l  be sooner than expected to  give the flight a t tadants  
an irdication of the t h  available to prepare the cabin for takeoff and 
1 anding ; 

(2) Notification to  the flight crwmmbrs f ram the flight 
attendants when all pretakeoff and pre-larding duties have been ccmpleted 
aMJ. the cabin is secured; 

(3 ) Pre-takeof f and pre-landing signals or announ=anents f m the 
fl ight crmmmkers to  a l l m  sufficient time for the fl ight attendants to  be 
seated; 

( 4 )  Use of public address systan to  aler t  flight atterdants and 
passengers of anticipated in-flight turbulence; 

(5) Notification to  flight atterdants when turbulerce i s  swere 
enough to cease in-flight real and beverage service ard/or be seated w i t h  
their restraints fastened, and when it i s  safe for than to  resume their 
duties; ard 

( 6 )  Notification to flight attendants when "sterile cockpit" 
procedures are in effect. A gocd signal for this is an indicator light 
abwe the cockpit door or on the annuxiator panel that has a duration as 
long as the s ter i le  ccckpit interval (as opposed to discrete tone or 
anmucement that could be missed) and cannot be confused with another 

D.C. Beaudette 
Acting Director of F l i g h t  Standards 
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